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SECURITY INFORMATION

TEE VCOLUME AND RATURE
OF INLARD WATER TRAFFIC IR THE USSR*

Sunmary d

The Soviet inland water fleet is estimated to ccaprise about 5,000
self-propelled vessels {passenger ships, freighters, end tugs) totaling
about 1 million horsepower end 9,400 non-self-propelled vessels {barges
and lighters) with e total capacity of 7,932,000 metric tons. The severe
losses of World War II have been more than overcome, end the fleet is '
congiderably larger than it was before the war. Reparations from the
Satellites, especially from Eest Germamy, and an extensive dcmestic sel-
vaging program ere lergely responsible for the rapid recovery of the
fleet.

The Soviet inland water fleet is estimated to be in fair condition.
Although berges in the fleet generally range from small craft of 80 to
800 metric tons, units up to 12,000 metric tomns ere reported to be in
uge on scme Of the large rivers. Tugs used range up to 1,500 horsepcver
‘or the large waterways and from 30 to 250 horsepover on smaller rcutes.
Technical developments in ship construction, including seriael construction
and the use of steel rether than wood for comstruction, have contributed
to increased fleet efflelency. Considerable attention is being given to
improving communications for vessel dispatching and comtrol, which sppear
to be very inefficient.

. The Soviet inland water fleet is expected to continue to increase in
gize and guality Auring the next few years, but the increase will be
falrly slow. The self-propelled fleet is expected to expard et the rate
of from 6 te 8 percent, or 65,000 to 85,000 horsepover, anmuelly. Barge
capacity is expected to ilucrease from about 7 te 10 percent, or about
600,000 to 800,000 metric tons, ennually.

The performence of the Soviet inland water flecet is apperently very
poor. For example, during 1950, ships of the Volga Freight Ship Line
wvere idle 55.8 percent of the time. Poor work organization snd poor
nmanegement st ports and wharves sppear to be mejor factors in the in-
efficient op2rations of the inland water fTleet.

¥ This report contains information available as of March 1953. -




The area frcem the Polish border east through the Volga system accounis
for the bulk of the Soviet inleand water fleet. The plenned distributian
ia 1950 allocated to that area T9 percent of the horsepower of the self-
propellied fleet and 86 percent of the tonnage capacity of the non-gelf-
propelled fleet. Within that area the largest single concentration is
found in the Central European Basin.¥

The USSR possesses an excellent petwork of inland vater ports. There
" are et least 65 ports whose size, locatica, or iraffiec clasgify them as
of signifiecance to Soviet inlapd water treffiec. Ports of msjor importance
are scattered throughount the USSR, but there is a coacentration in the
area west of Astrakben'. Degpite the fact that this area comprises less
then 15 percent of all Soviet territory, 38 of the major ports are west
of Astrakhan’. About one-fourth of all the important ports are located
on the Volge system (the Moscow Censl ard the Volga, the Oke, the Ksms,
and the Moskva rivers).

In 1940 the poris in the Central Buropesn Basin accounted for 68.6
percent of ell ten-kilometers of traffic handled by the Soviet inland wate
system; the Northern Furopean Basin sscounted for 14.3 perceat; the
Eastern-(Siberis) Basin, comprising the area esst of the Urals and prob-
ably third in capacity, sccounted for sbout 11.2 percent; &nd the
Southern Europeen Basin, which is mostly arcund ithe Blaeck Sea, with the
smalleat capacity of all, accounted for omly 5.9 percent. Data on the

. eargo cepacity of individuel ports ere not availsble, but the Ministry
of the River Fleect {Glavvcdput®) has steted that 1k river poris anmuslly
hendle over 500.000 metric tons of cergo, that 26 ports handle from
200,000 tc 500,000 metric tons, and that 30 ports handle from 100,000 to
200,000 metric tons.

it is estimoted that the volume of traffic carried by the Soviet
inland water system in 1951 reached 105.6 million metric tons, or S1
billion ton-kilometers. Traffic in 1952 was expected to total about
119 million metric tons, or about 59 billion ton-kilometers.

_ Soviet inland water traffic comsists primerily of bulk cargoes. The
major item of treffic is lumber, which is usually towed in rafte but which

also constitutes & large portion of barge traffic. Other important barge

cargoes ere building materigls, petroleum, grain, cosl, and salt. Although

there 8re numercus inland water rcoutes and systeme in the USSR, only 17

are of maior impertance.

¥ Basin 15 a term used to deseribe an area drained by o group of rivers
"in & contiguous gzographic arca.
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A significant measure of the value of inlaend water transport to the
USSR lies in the great emphasls which the Soviet government iteelf
presently places on river traffic, as seen from the ' xtent of restoration
snd construction programs.

X. Introduction.

Inland water transport is of considerable importence in the USSR today
and was even more sc in the days of the Tsarist regime. Before the advent
of railroads, the rivers, seas, and lakes were virtually the sole inlend
transport routes for damestic traffic and, at the same time, furnished
routes to ocean ports for export cargoes.

The advent and expansion of the railroeds chenged this almost total
dependence on water transport. The shift was falrly gradual , however, and
in 1913 inlend water traffic totaled 33.7 million metric tons and still
accounted for the transportstion of nearly one-third ( 31.9 percent) of all
domesbic freight. 1/#

The Russian Revolatioa, with its widespread destruction of the inland
water fleet and the Soviet policy of moving industry into the interior
’largely deficlent in river tranmsport), decelerated the participation of
water tramsport in Soviet domestic traffic. By 1928 the share of inland
water tremsport in domestic traffic declined to 14.5 percent and in 1932
%0 13.7 percent end on dovavard, so that a present inland water trans-
port carries only about.8 to 10 percent of all damestic freight. (This
trend in the volume of inland water traffic is shown in Table 1.)##

% Footnote references in srabic numersls sre to scmurces listed in
" Appendix .
# Tgble 1 follows on p.l,
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Teble 1

Volure of Soviet Inland Vater Transport
{incIuding Towed Lumber)

1925-52

Metric Tons Ton~Kilometers
Year Millions {Billions)
1925 24,32 1.8 2
1826 32.8 _§_// 19.8 :’éj
1027 25.0 &/ 18.2 g,
1928 18.3 3/ 15.9 I/
1929 23.2 gj 18.L 5/
1930 36.6 6/ 22.«9%/
1931 4,7 5/ 27.06/
1932 47.0 %/ 25.0 7/
1933 bh7 g/ 25.8 g/
193k 53.3 6/ 29.0 6/
1935 647 B/ 33.9 8/
1936 69.9 8/ 31.1 8/
1937 67.0 B/ 33.0 7/
1938 66.6 9/ 32,0 5/
1939 73.0 T/ 35.0 7/
1940 73.7 10/ 36.0 11/
1941 N.A. M.A.
1942 N.A. 28.8 12/
1;912‘3 g.A. ;9,1; 12/
1 A, -A.
1945 35.7 13/ 16.4 11
19?6 39.3 13/ 20.4 E/
15 et 218
1949 73.8 13 37.6 _l_g/
1950 81.2 ¢ 45.2 18/
1951 105.6 19/ 51.0 20/
1952 118.6 21/ 58.5 21/

a. Ngtimated on the basis of data shoun for 1926-28.
b, Estimste from Soviet rail data and average length
of haul reported from river transport in 1946. 1h4/

c. The ton-kilometers for 1950 divided by aversge
length of boul in river transport plenned for 1950. 17/
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I1. Cgpabilities of the Soviet Inland Water Fleet.

A. Size and Quality.

l. Size.

There is little reliable or detailed irformation on the in~
ventory of the Soviet inland water fleet. The USSR has issued no com-
prehensive fleet statistice for a number of years, and estimates mst
- necessarily deperd upon Western interpretations of deliberately vague
Soviet data. Table 2 presents the best availsble astetistics on the size
of the Soviet inland water fleet. The two types of vescels considered
are {e} self-propelled vessels (passenger ships, freighters, and tugs)
and (b) non-self-propelled vessels {barges and lighters). The number of
self-propelled barges in the USSR is negligible.

‘Table 2

Size of the Soviet Inland Water Fleet
Selected Years. 1913 to 1952

- Self-Propelied Vessels Non-Self-Propelled Vessels
' Capacity
Year Number . Borsepowver Number _{Metric Tons)
1913 5,302 22 1,039,000 22/ 23,149 22 13,678,000 22/
1933 2,234 ﬁ 588,800 23/ 7,02k Z/s'/ 5,514,000 23/
1935  2,k5 22 566,800 22 6,366 22/ 5,390,900 22/
1938 3,386 3 795,800 23/ 6,270 b/ 5,831,000 23
1939 2,250 22/ 723,000 22/ 7,900 22 8,060,000 22/
19k1 k,060 23/ _T4k,000 23 8,700 23/ 5,700,000 23/
1945 3,148 22/ 610,000 22/ 5,64k ?—27/ 3,800,000 22/
1950 %, 722 &f 910,000 22/ 8,142 ¢y 6,800,000 22
1951 k,01% o/ 982,800 &/ 8,680 ¢/ 7,344,000 &
1952 5,03 &/ 1,061,400 &/ 9,376 ¢/ 7,932,000 a/

a. CIA, ORR, S/TR estimate, June 1952.

b. CIA, ORR, S/TR estimate, based on data given for 1935-39.

c. CIA, ORR, S/IR estimate, on basls of Soviet figure (846 metric tons)
for aversge barge capacity. g&/
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It is epparent from Teble 2 that the losses of World Waer II
have been recouped. The number of self-propelled vessels is double that
of 1939, and the horesepower of the self-propelled fleet is sbout U0 per-
cent more than in 1939. The number of non-gelf-propelled vessels is
nearly one-fifth greater than in 1939. Cerrying cepacity is, however,
slightly less than in 1939, probsbly because of the loss of & large number
of barges on the Volgs system during the war.

-The progress toward rehabilitation end expsnsion of the Soviet
inland water fleet is &1l the more remarksble in view of the devastation
suffered during the war. The exact extent of such destruction has never
been ascertained, but the Ministry of the River Fleet {Glavvodput’) has
stated that the UBSR lost 4,280 self-propelled vessels and k,029 non-
gelf-propelled vessels. gg/ It should be noted, hovever, that the rapid
recovery of the fleet inventory has been brought about a&s much by re-
paretions from the Satellites, especislly from East Germany, and by an
extensive domestic salvaging program as it has by postwar construction in
8oviet shipyards. 26/

2. Qualitx.
a. Physical Condition.

Soviet inlend water fleet is considered to be in fair
cendition. Although many units are in poor condition, considerable effort
has been wede since the end of World War II to improve both the fleet and
its operating efficiency. Information is available on the general
charecterietics of the two mein types of river craft, Rarges and tugs. It
is known that most Volga River barges, tenkers as well as dry-cargo barges,
range between 1,000 and 4,000 metric tons. Although some large (12,000-ton}
tankers are in use, and 1,500- and 3,000-ton barges are commonly used on
the large rivers, most barges range from 80 to 800 metric tons snd have an
average draft of 0.6 t0.1.5 meters. Tugs used on the large vatervays range
up to 1,560 horsepover and are either screw-propelled or peddle-~wheel.-
propelled. On other waterwaye, tugs range from 30 to 250 horsepower and.
are mostly peddie-wheel-propelled. (A shallow-draft, twin-screw type is
being developed.) Most freight snd passenger bosts used on Soviet water-
ways ere old, and many are paddle-wheel-propelled. 27/

The age of the Soviet inland water fleet is & major factor
contributing to its present unsatisfactory status. In 1945, for example,
55 percent of all tugs were over 25 years old. Barges are also well beyond
the point of operating efficiency. 1In 19k5, 30 percent of all barges in the
Soviet Far East were over 20 years old, and those in Siberia were undoubtedly
mch older. 28/ :

v e wes e coe oo
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Since the end of World War II, considerable effort has
been expended to modernize the Tleet and to improve its operations.
Soviet sources report numerous technical developments in recent years
which cut costs in gll aspects of river transport. Technicsl developments
in censtruction have greatly increased barge carrying caepacities. One
technical development is the trend towsrd the use of steel instesd of the
more commonly used wood constructlion methods. Serigl construction of
single types of vessels heg regulted in up to S0-percent reductions in
costs of counstruction. Greater cost reductions are forecast as & result
of the expension of modern continuous-production methods. Electiric welding
has resulted in & 5- to l0-percent saving 'of met2l in the construction of
steel vessels &3 compared with old-style riveted vessels. 29/ The re-
sulting reduced weight end bulk of vessels bas made it possible to comvert
- mare rapidlv from paddel wheels %0 scrav propulsion, with the result that ..
41 percent of ell river vessels buillt during the last 30 years have screvw
propellers. Paddle-wheel units are, hovever, extensively used, especially
in shallow waters. The new, large 1,200-horsepower paddleﬂwheel tugs are
claimed to exceed the best Europesn and Soviet types by 10 to 15 percent
in cargo cepacity. 30/

i

The increasing use of internal-combustion engines has re-
sulted in considereble savinge in operating costs; 30 percent of the total
number of vesesels are reported to be of this type. These compact engines

“have made possible special fleets of small vessels which are suitable for
shallow rivers.

The use of modern diesels in place of oil-burning steam
engines has resulted in up to 75-percent reductions in fuel consumption.
On lires where steem engines are employed, the use of a new type of unit
with higher pressure, with water-tube boilers, and with more up-to-date °
auxiliary mechanieme has also mede it possible to reduce fuel consumption
considerably.

It eppears thaet considersble attention is being given to
improved communication between vessels and dispstching end control points,
es vell as between individual vesseis. Ships in the Western regions are
being equipped with two-way radios. Complaints of poor operations, however,
indicete that equipment is not being used very efficiently. ;i/ Until
-recently there vwas no organized training of radio operator specislists,

and mony ships® radio stations were idle because of & lack of treined per-
gonnel. In some ceses, ship lines have given short training courses to

radlo operators, but these courses are not at ell edequate. Ship-to-ghore
communications are in the experimental stage and are carried out very un-
satisfactorily. According to the schedule approved by the Hein Administratia




of Communications {Glavsvyaz'), shore radio stations on the Volge and
Kema rivers work on different schedules. For example, et Astrekhen’ the
redio operates 2k hours daily, but the station up the Volga at Saratov
is active only four times daily for pericds of 1 hour. At Kuybyehev the
station is open 211 during the day but for only 15 minutes &n hour at
night. All shore stations operate on different vave lengths, and each
hes its own operating procedures and methods of radio traffic.

Pert of the reason for confusion in rsdio communications
is that operating procedures are decided by individual ship lines according
to their own interests. For exemple, each ship line sets up a radio net-
work within the area of ite activity to satiefy its own requirements without
coordinating its work with the needs of other lines. §§/

b. ggerations.

The performance of the Soviet inland water fleet is
apparently very poor. For example, during the 1950 season, the Main
Administretion of the River Fleet of the Central Basins (Glavtsentroflot}
d1d not organize operations properly, and the leayover time of the freight-
carrying diesel ships was said to have reached enormous proportions. In
the Volge Freight Ship Line, ships were idle 55.8 percent of the time,
and in the Moscow-Volga Canal Ship Line the figure reached 70.5 percent. ;;/

v Freight was delivered on schedule during 1950 by only

LB percent of the freighters of the Volge Freight Ship Line, 21 percent

of the freighters of the Northwestern Ship Line, 31 percent of the frelghters
of the Lower Irtysh Ship Line, and 3% percent of the freighters of the
Yenisey Ship Lire. In the Moscow-Volga Canel Ship Line, over 33 percent

of the freighters, and in the Volgs Freight and Paseenger Ship Line, ‘

30 percent of the freighters msde late deliveries.

Vessels are frequently beld up because of poor work
organizetion and poor management at the ports and wharves. Time spent
during 1950 in losding and unloading operations in the river ports ex-
ceeded the established norms by 29 percent in the Ministry of the River
Fleet &8 @ whole, 36 percent in the Volgs Freight Skip Line, and 30 per-
cent in the Kema Ship Line. 34/

: Slavisentroflot evaluasted this aspect of the fleet's
operations and isgued s directive on ik April 1951 which provided for the
orgenization of 12 ship lines, 9 of which vere to go to Moscow. This

change probably represents reorganization of existing facilities. Self-
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propelled freighters were distributed among these lines. The directive
includes a Treigint shipment timetable, and to assure the saipment of non-
scheduled freight, 23 sdditionsl diesel ships were sssigned to work on
route traffic.

B. Over-All end Regionel Capacities of Fleet and Port Facilities.

1. Fleet»Distribution.

Administratively and geographically the Soviet inland water
system is divided into four basins: {a} the Worthern Buropean Basin,
(b) the Centrel European Basin, {c) the Scuthern Europesn Basin, and
(d) the Eastern (Siberia) Besin. The area from the Polish border east
through the Volga system,which comprises the first three basins, contsins
the bulk of the Soviet inland water fleet. The planned distribution in
1950 allocated TS percent of the self-propelled horsepower and 86 percent
of the non-sgelf-propelled tonnege capacity te that area.

The high degree of concentration of both tugs and barges in
the Ceniral Buropean Basin imdicates clearly that the cargo transport
cepacity of the Soviet inland weter fleet is focused upon the Volga system
(the Moscow Canal and the Volga, the Oke. the Kame, and tae Moskva rivers).
Distribution of the Soviet inland water Tieet capecity, by basin, is shown
in Teble 3.

Table 3

Distribution of the Soviet Inland Water Fleet Capacity by Basin
Fourth Five Year Plan

< ’ 1950
Fleet Capacity

Thousand Percent Thousand Percent

Basin _ Horsepover of Total Metrie Tons of Total
Northern European 17%.0 19.0 1,365.0 19.5
Central European 402.0 T 3,870.0 55.3
Southern European 12k .0 13.6 - 770.0 o 11.C
Eastern {Siberie) 192.0 21.0 995 .0 k.2
Total 912.0 1100.0 7,000.0 100.0
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According to the Fourth Five Year Plan (1946-50) the
Northern Eurcpean Basin end the Eastern {siberia) Basin are sbout equal
in over-all cargo transport capacity. The Eastern Basin has more capacity
in self-propelled vessels, but the Northern Furopean Basin leads in barge
capecity. The smallest portion of both tug horsepover and barge cargo-
cerrying cespacity is found in the Southern Europesa Basin around the
northern end the western shores of the Black Sea. Thie gpparent ancmaly --
low water-transport capacity in an area of industrial activity -- is
explained by the facts that {a) rivers in the Southern European Basin are
generally poor routes for traffic because of floods and droughts end that
{b) meny cargoes which migat normally travel by water go ingtead by rail.

2. Ports.

The USSR possesses an excellent network of inlgnd water
ports. In the preparation of this report a primary list of about 250
ports was exemined. These are situated throughout the USSR end vary in
size from such major installations as Moscow and Astrakhan', whose cargo
capacity approaches 25,000 metric toms daily, to small porte of primerily
locel importance. There are, however, 66 ports whose size, location, or
traffic classify them as being of reel significance to Soviet inlend water
transport. {For the names, locations, and principsl cergoes of these ports,
gee Appendix A.)

. Ports of mejor importsnce are scattered throughout the
USSR, but there is a concentration in the area west of Astrakhan'’ (approxi-
mately h6°n-u8°E)y Despite the fact that this area comprises less than
15 percent of all Soviet territory, 58 percent {38 ports} of the 66 major
ports are in the area west of Astrakhen'. There is also a noticeable
north-gouth concentretion, end few major ports are north of Leningred or
south of Astrakhen'. In the ares of roughly from 46°N to 60°N are located
53 of the 66 major ports. Although it is obvioue that geographic factors
have something to do with the concentration of inland ports into a re-
latively emall erea, the decided geographic concentration of econocmic
activity is directiy reflected in the location of the river ports.

In 1940 the ports in the Central Europeen Basin
sceounted for 68.6 percent of all ton-kilomevers performed by tae Soviet
inland water fleet. 52/ The Northern Europesn Basin is believed to be
pext in inlend port cepacity. In 1940 it accounted for 1k .3 percent of
ell ton-kilometer performence. éé/ The Eastern {Siberia) Basin, com-
prising the area east of the Urels, is probably third in port capacity.
Despite the paucity of large river ports, the Esstern {Siberia) Basin
hss numerous smaller ports, vhich enmabled it to sccount for 11.2 percent

- 10 -
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of 811 ton-kilometers performed in the Soviet river system in 1940- 31/
The ports in the Socuthern Eurcpean Basin, roughly around the Black Sea,
have the smallest cepacity. Im 1940 they accounted for only 4.1 percent
of the total ton-kilcmeter performsnce of the inland water fleet. 38/

Data on cargo capecity for individual river ports are not
available, but there are several ports of major caliber by Western
standards end meny whose cargo capacity is at least several thousand metric
tons a day. The Ministry of the River Fleet aas stated thet eannually eaci
of 14 river ports handle over 500,000 metric toms of cargo, that 26 poits
handle from 200,000 to 500,000 metric toms, and toat 30 ports handle from
100,000 to 200,000 metric tous. 3_9/ Even after allowance for propaganda
and for the fact that timber cargoes form & large part of such traffic
{(avout half of all river-borne cargoes), it is apparent that taere are a
number of ports of major importance for general cargo traffic.

On the basis of tae statement of the Ministry of tue
River Fleet and suca fregmentary data as are evaileble, it is possible to
wake extremely tentative conclusions as to tae capacity of Soviet river
ports. A grouping of 200 river ports according to general cergo capacity
might be approximately as given.in Table . : '

Table 4
Estimated Deily Cergo Capacity of 200 River Ports in the USSR &/
1952 :
Deily Capacity b/ ' Anfual Cepacity e/
{Metric Tons) Humber of Ports {Metric Tons)
25,000 2 10,000,000
10,000 12 2k ;000,000
5,000 & 6,000,000
2,500 30 15,000,000
1,000 50 10,000,000
500 100 10,000,000
Total - 200 75,000,000

a. ORR estimhte.
b. Excluding lumber in ships and rafts.
¢. On bagis of 200-day operation annually.
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Although it should be emphasized that Table 4 gives tae
barest sort of estimate, it looks fairly reasoneble. It is estimated
that, in 1952, lumber transported in inland water ships and rafts totaled
about 50 million metric tons® and that the total of all traffic was
118.6 million metric tons, leaving about 68 million metric tone of other
traffic. {For traffic data, see Teble 5.)%** The close conformity of the
estimated cargo capacity with the estimated traffic and continuing re-

" ports of efforts to achieve maximum operations lend credibility to the

estimate given in Table k4.
3. Probable Trends.

a. Fleet.

(1) size.

- The Soviet inlend water fleet will continue to
increase in size during the next few years. The increment in both self-
propelled vessels and barges will, in all likelihood, be considerably
retarded by scrapping, particularly in the case of bargee. The extent
of such scrapping will be directly affected, however, by such factors
as toe availability of steel, propulsion eqnlpment production faci1ities,

and labor.

% The 1650 Plen for lumber transport, which wvas npot quite reached, called
for the tramsport of 51.6 million metric toms.
#% Tgble 5 follows on p. 13.




Table 5

Nature of Soviet Inland Water Traffic 4o/ a/*
Selected Years, 1913 to 1945

Timber Timber
Total {Shipped) { Towed) 0il

Million Percent Million Percent Million Percent . Million Percent
Year. MT of Total MT of Total M of Total MT of Tats)

1913 33.7 100.0 N.A. . N.A. N.A, H.A. 5.3 15.6
1?-,;28 18,3 100.0 3.6 19.6 4.6 25.2 4.8 26.2
1932 k3.9 100.0 6.7 1k.3 19.6 k2.0 7.4 15.8
1935 6h.s 100.0 9.6 1h.g 28.4 k.0 7.k 11.5
1980  73.7 100.0 7.k 10.0 32.5 b1 55 12.9
1941 0/87.0 100.0 9.3 10.7 ko.o hé.1 10.9 - 12.5
1945  35.7 100.0 5.0 1ik.0 16.0 4s5.0 4.9 13.5
Construction Other
Materials ' Orain Cargoes
Million Percent Hillion Percent Million Percent
Year ME  of Teotal M  of Totel NI . of Total
1913 H.A, N.A. 5.9 17.5 22.5 66.9
1928 1.2 6.6 1.2 6.6 2.9 15.8
" 1932 5.b 11.5 2.6 5.5 5.2¢/ 10.9z/
1935 N.A, F.A. k.5 7.0 1.6~ 22,67
19}+o 7.5 10.2 5.1 5.0 11.7 15.9
1941 o/ 8.4 9.6 6.0 6.8 12.b 9/ 1k.34/
1945 R.A. N.A. N.A. N.A. 9.8 27.5 ©

@. Excluding Caspian Sca troffic.

b. Plan gatg, !

c. Including comsuruccion muver sy .

d. Including censtruction materiels and grain.




Judging by the rate of increase since World War 11,
however, the increase will be fairly slow. The self-propelled fleet will
expand at the rate of about 6 to 8 percent, sn increment of about 65,000
to 85,000 horsepover annuelly. Barge capacity is expected to incresse at
sbout the seme rate, or possibly a little more, cn the order of 7 to 10 per-
cent, or about 600,000 to 800,000 metric tons annually.

{2) quality..

t is probable that the quality of the Soviet in-
land weter fleet will improve in the next fevw years. The authorities
recognize the contributions which inlend water transport can make and are
snxious to schieve higher standards. For example, the Deputy Minister of
the River Fleet stated last year that special ships are needed which must
be able to nevigete under ordinary river conditicpns, in shallow water,
end in the "high vaves" which will be the "charascteristic feature" of the
great water reservoirs 41/ (the reservoirs ere not identified). This
official said that Soviet scientists.and builders heave carried ocut research
work to find ocut whait ships should be built for the new waterways, especially
for the Volga. It was stated that builders will have to construct ships
with double bottoms; increase the stesdiness of the river shipe so they can
be navigated without tipping, even under high waves; and diminish rolling
of the ships. Betvter meneuverability and higher speeds are ancther goal.
It vas said that reseerch carried on by Soviet scientists has proved that
better design will increase ships' speed 1% to 2 times without necessitating
en increase in the power of the ships' engines. 42/ The official also
spoke of building the first diesel electric river ship {diezel’-elektrokhod)
for the Moscow-Rostov express line. The engine of tae saip will develop
2,000 horsepower, he stated, and, capable of sbout 16 knots, will be the
fagtest in the river fleet. ' A

. Shipbuilders are slso improving the performsace
of icebreskers for the river fleet. Two new types of icebresker (the Don
and the Volga) have powerful diesel engines, can travel &t about 10 knots
through ice 25 ceantimeters thick, and reportedly will be able to break ice
up to 70 centimeters thick. 43/ *

Soviet builders are slso working on special types
of shipe for special uses. Among them will be pusher tuge, electric
travlers which wilil use electric power supplies from shore {probably for
river fishing operetions), and special cutters with water-jet-propelled
enginez {vodometnyy reektivayy dvigatel) which will navigate on irrigation
canels and other shallow vaters.
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b. Ports.
The efficiency of the Soviet river ports will doudtless in-~

sreage in the future, slthough not sc much as in the past few years.
Physical improvements shculd teper off now that war damege nas been large:
repaired in the essentisl ereas. There snould be also & slackening of tbe
srend towerd mechenizstion which took plece in the past decade. From 1040
t0 1950, the mechanization of losding aend unloading operations in river
ports incressed 88 percent. {The totsl aumber of cranes used increased 3.8
times; the number of floating cranes, 6 times.) In 1950, 80.3 percent of
loading and unloading cperations were mechenized as compared with 46.4 per-
cent in 19%0. (It is not known wheither these percentages apply to tonnage
handled, to pumber of facilities at ports, or to number of ports.) Labor
requirements have dropped 37 percent since 1940. Averasge production per
worker hes increased 172 percent, &nd productivity of losding and unloading
cperations has increased 1.5 times in this period. bk/ It is apparent that
this rate of increase is too high to be maintailned.

There will be increased constructicn of facilitiles, since
ports end wharves are not keeping up with the additicnal burdens imposed
on them by traffic for such major customers zs the nev hydroelectric and
_irrigetion comstruction projects. One of the reasons for this is thet
port construction is lagging benind shipbuilding. ¥leets have grown
steadily, but vharf areas were mot exiended very much. hs/ One result of
inadequate port and vharfi facilities has been extended ship layovers. In
mid-1951, ships were lying idle 30 percent of the operating time in Volgza
ports and 40 percent of the operating time in Dmepr ports. 46/

III. Soviet Inland Shipping Operations.

A. Volume eand Nature.

L. Volume.

it is estimated that the volume of treffic carried by the
Sovie® inland water fleet reesched 105.6 million metric tons inm 1951. uy/
Ton-kiicneters toteled 51 billion. 48/ Traffic in 1952 wes expected to
total about 119 millior metric tomps, or about 5% billion ton-kilometers. 49/
{See Table 1.%) -

Detailed intelligence iz not available on the geographic dis-
trivuilon of the volume of river traffic. Certain conclusions, however,
sre sposrent as to the brosd distribution of traffic. The Centrel European
Basin, comprising the Volga system accounte for by far the major shere of
traffic. The 1950 Plan provided that T1.5 percent of all ton-kilometer

APk, above.




performence would be provided in that system. The Horthern Luropean Besin,
t he Mariinskiy Cemal and the Western [vina, the Horthern Dvina, the
éaﬁhona, and ue Pechora rivers; is next in volume of traffic. Im 1950 the
Plan provided that thie system would account for 11.3 percent of all ton-
kilometer performance. The Eastern {Siberis} Basin, the area east of. the
Urals, wae scheduled to account for 10.6 percent of all ton-kilometers
performed. The economically important Southern European Basin {comprising
the Dnestr, the Pripet-Bug system, the Dnepr, the Don-Kuban, and the
Donets),; despite potential capacity for traffic, was scheduled to account
for only 6.1 percent of ell inland water txaf¢1b under the 1950 Plan.

{For the distribution of Soviet inlend water traffic by basin in 1940 and
according to the 1950 Plan, see Table 6.)

]

2. Rature.

The traffic of the Soviet inlend veter fleet consists
primar*l" of bulk cargoee and river transport of products such as in-
dustrial products and other finished goods being impertewt primerily in
arces where other trensport is lacking {for exsmple, in Siberia}. The
wajor item of traffic is lumber, largely towed in rafis but also a large
portion of birge treffic. The nature and relstive importance of the ngjor

ommnditiea cerried by the inland water fleet ere shown in Table T.%

Table 6

Distribution of Soviet Inland Water Traffic by Basin 50/
. 1940 and 1950 Plan

1940 _ 1950 Plen

Biliion Percent Billion Percent

Baegin Ton-Kilometers 2 n/ of Totel Ton-Kilametere of Total
Central Burcpean . N 68.6 35.3 71.5
Horthern Buropzen 5.1 4.3 5.8 11.8
Southern Eurcpean 2.1 5.9 3.0 . 6.1
Eastern {Siveria) B/ k.1 11.2 5.2 10.6
Total 36.0 100.0 59.3 100.0

- B FORV. SRR Pewuaycbedy

&. Ton-kilometzr de*& for 194G are reviged wupward slightly to conform %o
ORR estimates.
. All of the aree cast of the Urals.

™
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Teble 7

Major Cemmedities Fransported by the Soviet
Izlend Water Fleet
1950 Plan

Million Percent Biliieon Fercent

Cergo Metric Tons of Total Ton-Kilometers of Totel
Timber in Rafts 43.0 47.0 18.8 38.1
Timber in Ships 8.6 9.k 3.4 6.9
Building Materials 10.5 1.k 2.2 4.5
Petroleum Products 9.5 10.k 13.3 27.0
Grain 5.7 6.2 2.8 5.7
Ceal k.o L.h 2.0 k.o
Salt 1.7 1.9 2.4 h.g
Miscellepecus 8.5 9.3 bl 8.0
Totel 91.5 100.0 4g9.3 100.0

Although the actual performence of the Soviet inlard wster
fleet in 1950 is estimeted %o have been somewhat lower than indicated in
Teble b {at 81.2 million metric tons and 45.2 billion ton-kilometersj, the
_ Plan cleerly indicates the major items of traffic and their order of magni-
tude in inland water transport cargoee. {For principel cargoes ia selected
ports, see Appendix A.) '

B. Lajor Routes and Systems.

Although there sre numerous imland water rouites and systems in the
USSR, those of significance to the present study number ooly 17. {Those

of purely lccal importance, such as the Xuben, zre not included in this
gurvey. )

Since this section deals primarily with the volume and nsziure of
wreffic on the inlend weterways, only enough route informaztion is presented
to place each waterway in its geographic setting, end port descriptiong sre
kept to a minimmm. Fhysical date on rcutes sre available in other surveys
dealing vwith those saspects. 51/ Available degcript*'e dests on river port
facilities, cther than those available to Western-flag ocesn shiy plqg are
80 poor as +o meke their imclusion of little value.
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Reva-Svir'-Lake One stem (Central Burepean Basin).

Tne Reva=Svir‘-Lake Ousge reute is e Link betueen the
Beltie ports, Leningraf, the sorths-n coast ef the USHR, and the peorth-
west intericr. It is passedle fer sll types of river ehipping amd is
impertant as & majer traffie reute from Leaingrad to the perth. The
_minimm depth of the reute ie 6 feet.

_ The Feva River carried 1.6 million short tons of cargo in
1935, and traffic has probably increased greetly since that time. Traffic
is largely timber {75 percent of traffic in 1935); the remeinder is made

up of building materials, grain, end petroleum. _(Petroleum is & small
but probebly essential part of total traffic.} In 1935 the Reva ranked
first in traffic demsity in the USSR, cerrying U,hkbl 000 short tons per -
mile downstream; upstream traffic totaled only 136,000 short tons. 52/

' _ Lepingred, st the mouth of the Eeva River, is the enly
port of consequence oa the reute. It is a mejer river port in the USER
as well as bveing a major ssepert.

_ Traffie cn the Bvir®, like thet on the FKeve, is largely
lumber, graim, petroleum, emd btuilding materisls. Totel carge trans-
ported on the Svir® im 1935 vas 2,370,000 shert toms. 53/ Develegment
of the Mar °inskiy system leeding southverd will undeudtedly inereace the
velume of cergo em the Svir®, with a probable significent increase in
‘patroleum products. ,

2.

Stalin (White Gea) Canel

. The Stalin Csna) ic not of partia\la;rly great impcrtance
&2 & peacetime commercisl route, glthough it bhes a minimum depth of about
i2 feet. It is weged primarily fer tue transpert of Jumber in refts.

3. Mariipskly Systea @@i;mam Eurcpean Basin).

The dAsriinski. gystem of rivers, lekee, end canale (the
Mariipckiy Canal; the Vytegra, Kovzhe, end Sheksna rivers; Leke Beloye;
spd the Rybinsk Beservier between Lake Ozega and the Volga) connects
the Horthern Eurcpzen Busin with the Central Eurcpean and Socuthern
European basgin of the USSR, 8ince the ecoantrolling depth is sbout 5 feet,
through treffic is comfined to smsll vessesls.

A great emocunt of treffic passes up the Shekene River .but
dees not comtinue beyond, indieating the limitetions of the secticn nerth

of Lake Beloye. The latest reliable figures (1935) show that omly 166,000 °




shert tone were cerried oz the Vytegre River, though 1,320,000 short tens
traversed the Sheksns, of whieh the larger proportiss was earried upatresm.
Timber is the greatest item of itraffic en both routes, but grain, minerals,
and building materials ere also important. :

Cherepovets is the leading port along the route. Located
oo the Rybiansk Reserveir, it has reilresd connectiens end is accessible
te large river graft.

: l&._ Rerthern Dv-iga River System (Merthern Burcpean Basinm).

The Forthern Dvimz River and the Northern Dvina Csnal
comnect the port ef Archangel cn the White Sea with the Sheksna River and
the south. It is & shallow route with a ccntrclling depth of 3 to U Zeet
and is mainly important for the transport of lumber from the valley of the
Sukhens end Horthern Dvina rivers and as en elternate route for the Stalin

Cenal. Ip 1935, sbout 90 percent of all traffic on this system vwas timber.

5. Western Dvina River (Northern Eurcpesn Basin) .

Tae Western Dvina River rises west of Moscow and flows into
the Gulf of Riga. It is pavigable for about 380 miles and, despite very
shallew stietches (channel depths are unknown), is an important route.
Upstream traffic earries basic materiale such as coal and cement, and down-
stream traffic carries meanufectured goods for export through Rige, ite
Eain port. Other important ports are Ogre, Daugavpils, end Vitebsk, which
ia aitusted at the upper limit of navigstica. - C

6. Volga-Oka-Kama-Moskva R_iver System ?{_Qentral European Basin) .

Ths Volga River is the backbone of the inland wvaterway
system of the USSR, With o depth wiich ranges frem 3 feet at Rzbev to
100 feet mear Stalingrad, it is navigeble for river ships all the vay from
the Caspien Sea % Rzhev, 54/ & distance of 2,325 miles.

The preéeminence of the Volge and ites tributaries ie evident
from Soviet statistice, vhieh show that the Velga, the Oka, and the Kama
rivers earry &7 pereent of all river-boxrne cczmzree. The Volgs elems
accounts for 26 percent of the total, the sectien frem Astrakhan' to Stalingrad

cecunting for 50 perecent of this amount. The Volga carries sbomé 2.5 times
s much ag eny other Soviet river, and the Kema carries the next largest
emount. Despite its great length, therefere, the Volge ranks high amoeg
fevint rivers in toms earried per mile of rodte.
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: Abcut half of all carge cerried oo the Volga is petroleum
from the Bexu fields moving upstream from the Caspien Sea. The 1930 Plan
provided for the movement of 7.5 million matric tons of petroleun on the
Volgs system eut of a total of 9.5 million metric tons of petroleum moving
in river trameport. 55/ Grain is ancther major cargo cn the Volga. Tae
1950 Plan previded for the carriage of 1.89 millien metric tons cf grain
on the system. Swlt aleme totaled ) millien metric toue im 19h6. .

The sctuel volume of traffic em the Volge system is not
‘unewm, but aceerding to the Fourth Five Year Plan (1946-50) the eystem vas
scheduled to raise its turnover 43 percent over that of 1540. The Kama
alcoe wes| to be used 155 percent more than in 19%0. The Plan has not been
cempletely fulfilled,but there has been an increase in traffic ca the
reutes of the Volga Bystem. Insuguration of the Volga-Dom Canal probably
willi increese traffic to & coasiderable extent. _

In 1935 the total cargo oz the Oka River far exceeded that
ca its tritmtery the Moskva River (by 2 million short tons), especially
in bulk oil preducts, indiceting that the Moskvae was navigeble canly for
emall boate and that mach traffie sent up the Oke had t® be transshipped
by reil to Moscow. Since the opening of the Moskva-Volga Canal, hewever,
mich of this treffic now uses the cemal and thus avoids transsinipment.

‘ Ports on the Volgs are too mumercus to menticn in detail.
At least 10 sre of mejor importance. These are listed below, starting at
the mouth of the river.

Astrakhan' is the lesdimg river port in the USSR. It is
2 major port for the transferring of petroleum, lumber, cotton, end fish
from the Casplen roadstzsd fleet to river vessels and has major fecilities
fer storing petroleum. The port is ted to have beem largely rebuilt
srd 76 percent mechanized in 19%6. 56/ (To vhst base this percentsge figure
epolice ie not known.) The port hes rail commections, a telepheme etation
for river navigation comtrol, and ship repair fecilities. It iz accessible
to the lergest river barges but not to large Cespien Sea vessels.

: Viedimirovka is & major port for petroleum and salt (the
part handled 1,573,000 short tonez of salt carge in 1935). It is also a
major trensfer point fer eargo to be tremsferred fram the Caspien rosde
stead fNleet te river vessels.

4 Stalingrad is the major point oo the lower Velga for
trengshipping lumber end petroleum. In 19%6 the port was reported to be
85 percent mechenized end to have been rebuilt. 57/ The port has rail




~onnections and saipyards, and the 28rpor is acceasiblie to ihe largest
river parges. The port hendled L, (85 000 short tons of cargo in 1835.

Saratov is of major imporisuce &6 & port for Jumber, grain,
coal, fish, and petroleum. It is egpecially useful as & transfer point
for petroleum apd grein bound for the western areas of the USSR. It is
accessible to bergee with a capacity of 8,000 metric tons.

Above Sarstov, Volsk is the pext important port. It is
useful as a port for cement, petroleum, and lumber. it hes & railroad
connection and is accessible to barges vwiilh a capacity of 8,000 metric

tons. 58/

: Betraki iz cne of the leaser kmown Volga ports, important
for the traffic of petroleum, coal, end salt. The port hae fecilities for
the direct transshipping of petroleum between rail lines snd lerge vessels.
The port handled 663,000 short tons of cargo in 1935. 59/ ,

Kuybyshev is a key port for Volga traffic. Near the cen-
tral point of the river, it is important for the traffic of lumber, petro-
leum, construction materials, grain, salf, gnd fish. It has & railroad
connection end boatyards and is ecceesible to large barges. Kuybyshev
hendled 1,788,000 short toms of cargo in 1935. 60/ :

Northwest of Kuybyshev, Gor'kiy is important for the
traffic of petroleum, grain, cement, salt, machine tools, and finished
industrial products. Gor'kiy handled 3,751,000 short toms of cargo in
193%. Largely mechanized, the port is reported to have been rebullt.

A mejor pessenger port is also reported to be under construction at Gor'kiy.

v Sheherbakov is the lsst major port on the Volga. A leading
port for petroleum, grain, and buiiding materisls, it is accessible io
large barges from tbe Moskva-Volge Cenzl, as well a3 to 3,000-ton barges
from the middle Volga.

Moscow, .although not actuelly on the Volga, is the lergest
port accessible to the route. It is one of the largest river poxts in
the USSR, and its function as a port plays an important part in its
economy. The port is & major transshipment center. Leocated on the Moskva
River, it is connected with the Volge by the Hoskve-Volge Capal, which per-
mite river vessels to proceed from Moscow o the Cespian. Projected im-
provements to the system, to unite 1t with the Gulf of Finlend snd the
Baltic by measns of large barges, will further increase its velue.




There are three main freight ports in Hoscow: the
Rorthern, the Western, and the Southern, of which the Soutbern Port is
%he major one. There are, in addition, about a hundred minor cargc-
handling areae. Port facilitiee include piers, stationary cranes; launchee,
and floating cranes. The port is equipped with excellent machinery tc
handle freight. Since the war, traffic iz reported to have increas=d sc
much that in } month the Scuthern Port now hardles &s much freight as i%
formerly handled in the entire navigation seascn.

Cargoes moving up itoward Moscow coneist mainly of petra-
leum, grain, timber, and rav materiels, shipped there from the lower
reaches of the Volge, fram the Baltlc republics, from the Xema River, and
from the White Sea. Finished manufactured products from the Moscow are=z
bulk lergest in traffic moving down towverd the Volga. HMoscow ships such
products as trucks and passenger cars, fabrics, ball bearings, sugar,
machine tools, and motors.

7. Dnestr River System {Southern Europeen Basin).

The Dnestr River, 850 miles in length, rises on t.e
unershern gide of the Carpathian Mountsins and flows into the Black Sea
southvest of Odessa. Shellow weter {the meximum depth is about 10 feet:;
nes in the past made the Dnestr of littiie consequence except for short-
havl treffic of g local neture. Since the end of World War 1II, however,
the USSR haes devoted considerable effort to improving navigation, and
the river is now of some value as s route for grain and timber moving
southward te Qdeesa.

Khotin, Yampol', end Tiraspol are the leading porte on
the route, but ncne of these is of great importance. '

8. Dnépr.River and Doepr-Bug Canal System (Sbuthern Buropean.
Basin) .

The Dnepr River, flowing through the Ukraine, is the
larges? river west of the Volga and cculd be a major route. Variation in
depth {from 3 to 20 feet), however, limits its use. I%s conmection with
the Raltic, vie the Drnepr-Bug Canal, was completely destroyed duripng the
wer &ud has only recently bsen reconstructed. The actual status of re-
construction of the canal is not known, btut it has been reported as fully
reatored end improved {ite prewar controlling depth was 3 feet) .




The Dnzpr River system renked fourth in inland water
traffic in 1935, carrying 6 percent of oll cargoes, The principal pro-
ducts carried are building materials. Though grain could be carried on
the river in large smount, actual traffic in grain is relstively small,
because the large grain merkets are located to the north and to the north-
east, away from wvater routes. Most of the grain, therefore, is moved by
rail. In 1935, grein accounted for 389,000 short toms out of e total
traffic losd of 2.8 million short tons; the 1950 Plan provided for the
river transport of 900,000 metric tons of grein. §_]_./ Timber shipments on
the Dnepr are probsbly increasing. The 1950 Plen provided for the movee
ment of 2.3 million metric tons of lumber in the Dnepr Basin, of which
mch wes to come from the Karelian area. 62/ The Drepr River system,
furthermore, was scheduled to carry 477,000 metric tons of petroleum pro~
ducts in 1950, _6_:}/ Soviet press reporte offer further indications that
the Dnepr. is to be expanded as a route for traffic. A report by an
official of the Dnepr Shipping Fleet stated ecarly in 1952 that freight

turnover in 1952 was scheduled to exceed that of 1951 by 18 to 20 percent
and that the volume of frefght between Kiev and Dnepropetrovek was scheduled
to increase 150 percent over the 1951 level. 64/

Kiev is the mejor Dnepr port and is o trede center for
the Ukraine. Restoration of extensive var dsmage and overkauling of
port facilities were to have been completed by 1948. 65/ Tae river
depth is ebout 10 feet in the Kiev harbor. Kiev handled 1,185,000 short
tons of cargo in 1935. Duepropetrovsk is another m2jor grein trans-
shipping port on the river. CGomel’, on a tributary of the Doepr, is im-
portent as a lumber transfer point. Dnepropeirovek end Zaporzozh'ye,
below Dnepropetrovsk, are msjor grein ports. The harbor installations
of Zeporzozh'ye were designed for smmual transshipment of 1 million
metric tons, but they could be expanded to tramssiip 5 million metric tons.
The port is reported 1o bhave beer rebuilt end modernized. The river depth
off hsrbor is meintained at about 4.5 feet. The port handled 432,000 short
tons of carge in 1933. Krewenchug, between lev and Dnepropetrovak, is of
less importance as e grain port but is an important port for general in-
dusgtrial traffric.

. The Duepr-Bug Canal provides the only commection betweern
the Black Sea and the Baltic Sea. It 1s limited, however, to small craft;
its prever limiting depth was 3 feet. Tuprovements on this canal probebly
haeve not been pushed; because of its proximity to the border and the denger
of destruction in case of war.




g. Don River {Scutherr Eurcpean Basin) .

. The Don River is sbout 800 miles long, and its depih renges
from 3 %o 12 feet. Despite its potential velve, the Don a%t the present
time ie of primery importence for grain transport. Grair is normelly aboutb
Lo percent of all Don treffic, end coel end ore are second. Petroleum
ranked third in traffic in 1935.

Completicn of the Volga-Don Canal will greatly enbance the
velue of the Don as & route for traffic. When the Don is connected vwith
the Volge, grain shipments in large volume will move to the cities on the
Volga and reduce the strain om railroads in that area. The downsiream
movement of petroleum may a2ligo be importent, although Baku petroleum
destined for shipment from the Black See is usuelly piped scrcse the Ceucasus to
to Batumi,

Tane leading Don ports are Rostov, Kalach, and Svoboda.
Rostov is & river port and seaport of major importance at present, and com-
pletion of the Volga-Don Cenel will enhance the velue of the Don 1o Soviet
weter transport. Soviet sources report that the river port of Rostov is
being reeguipped. Hew builldings for passenger treffic are being erected,
g6 well as freight warehcuses. Mobile cranes produced in the Kreasayy Flot
works at Rostov will be installed at the port. 66/

10. Ama Dar'ya River-Lake Aral System {Eastern Europesun Basin).

The Amu Dar'ya River rising in Central Asia and flowing
into Lake Aral, is navigable for 780 miles to Termez but is at present of
little importance except for local traffic. Shallow throughout its course
{3 to 10 feet in depth), it is mainly important as & source for irrigstion
of the desert ares through which it flovws. The river is & msjor factor
in Soviet plans for further irrigation of thet desert area.

There are several ports of local consequence, but Aral'sk
on the north cosst of the lake is the main port. Aceccording to Soviet re-
ports, lceding and unloading work at the port of Arel‘'sk is going on 2k
hours & dsy. Powerful cranes and conveyer systems unload berges with
Central Asisn cobion, and freight from the railroad is loeded intc shipe
bound for ine Amu Dar'ye River. Much of the freight is destined for the
construction of the Main Turkmenisn Cenal and other Centrsl Asiatic pro-
jects. éz/ A Soviet prese report stated that water trensport of btuilding
paterials to these projects during the first 4 meonths of 1952 exceeded by
15 times the total freight trensported on the route inm 1951. 68/ Allowing




for some exaggeration, it is spperent that completion of the main Turkmenien
Cenal, which will provide & pavigeble route fran the Amu Dar‘’ya to the |
Cagpian Sea and the inland water syetems of the western USSR, will greatly
increase the present lmportance of the Am Dar'ya to Soviet inland water
operations.

11. Ob’-Irtysh-Tobol-Tom' River System {Eastern (Siberia) Basinm® .

A The Ob' River; its chief tributary, the Irtysh River; and
the latter'’s tributary, the Tobol River, constitute s waterway route in
western Siberia extending from the Chinese border to the Arctic Ocean.
They form. & basir of 1.25 million square miles, the £ifth largest river
basin ip the world. The 0b' has a totel length of 3,225 miles from the
mouth. of Obskaya Bay to the source of the Ketun. Measured from the origin
of the Irtysh, the two rivers have & length of 3,500 miles. The Ob' is
navigeble nearly to its source by vessels which draw 6 feet, as well as
by larger craft over most of the course.

These water routes are smong the busiest of Asiatic USER.
Most of the traffic is concentreted in the middle and upper reaches of
the rivere. The principal products of freight in the approximate order
" of volume are lumber, grain, petroleum, fish, industrial products and
machinery, and mineral building materisls. Detailed traffic 3date are not
availeble, but before World War II the Ob‘-Irtysh system cerried mocre
then 3 million metric tons of traffic smnually. 69/

_ Hovoeibirsk is the major port on the Ob'. It is about
the fourth or fifth largest city in the USSR and is & center of industry.
Reported to be completely mechanized, Rovosibirsk is & leading trane-
. shipping point for traffic between the Altai region and the Trans-Siberian
Railroad. The port is eccessible to ships drawing 1.2 to 2 meters. 70/
Other importent ports are, from south to north, Biyek, Barnsul, Yolpashev,
Sugut, Samarovo, Berezovo, and Salekhard.

The Irtysh River is navigable for 2,400 miles. Although
it is only 3 feet deep in ite upper courses, it is 20 feet deep where it
Joing the Ob'. It rises in the szouthwestern slopes of the Mongolisn Altai
Hounteins end flows into Lake Zaysan, and thence in & general northwesterly
direction towsrd its junction with the Ob'. The main streem empties north-
ward into the Ob', which gives access to Arctic waters and also affords an
avenue of commnications to the esat. To the west there are connections
with the northern and central Urals.
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The Irtysk is a very imponrtant channel ef commuication
in western Biberia. It has connecticouns in meny directions end is im-
portant for the trensport of varied eargoes of graim, lumber, sals, petre-
leym, and Ywilding materiels.

Sebol ‘ek, at the Jjunctiom of tha Irtysh with the Tobel,
is more fzportent for traffic eo the lrtyeh than for traffic om the Tobol.
Omek ard Semipelitinsk sre aleo important. Omek i3 &n izpertant port
fer Irtysh traffic inm ceal, grain, petrclewm, furs, and food produets.

It is reported to be modernly equipped end aceeseidble €0 vessels vith
ebaut e 6-feot draft. ‘

The sccond wost importent tributary ef the Ob. i the
Tom®, flewing 49h miles in a morthwesterly directien to ecnfluence with
the 0b°. Altheough the Ton’ is navigedble frem its mouth ¢6 the villsge
of Abachevekiy, e distance of 370 miles, depths in the upper reaches are
_pr@b;bly coly ebout 2 er 3 feet (data co comtrolling depths are not aveile
able) . '

Traffic en the Tom’ coneists of the cesl and mirersls,
vhieh ere zent from the Kuzuets Basin to the mein induwetrial .centers.
The Tem® is else & route ef supply fer grainm, salt, fish, cocal, miceral
- products, and cosd cargoss for the workers of the Kuznets Basin.

The major port on the Tom® is the industrial eenter of
Tomsk. " Xt is a shipping point for the Kuznets Basin, accessible to
‘zediunm-gize barges (about l-weter draft). Other large eity ports en
the Tom’ are Keerovo and Stalinsk. :

12. Yonicey-Angasa-Selengs River Gystem (Eastern (Siberia)
) T , =

Tne Yenleey River flovs in & gemerally northerly direction
into the Kara Bea from the mountains of Tuva ASSR (Tanou Tuva). It is
navigeble for 1,957 miles, and its minimum depth ig 6 feet. Having many
tributaries, it is one of the lomgest rivers in the world. In its lower
reaches the river forms the Yenisey Guif, 165 miles leng end from 12 to
kO miles wide, renging in depth from 150 to 450 feet. OFf the mumerous
tributaries of the Yenisey, the Angara River is the most important.
(The Selenga River flows into Leke Baikal from the south and is ofien
not imcluded in the Yenisey system.)

' The Yenisey serves ae o major north-south transpor-
teticn route in vestern 8iberia. The river is navigabdble as far as
Oznachennoya, e distance of 1,957 miles. Traffic em that streteh of the

- 26 -

mﬁ/

o o ==




M

e T e

river is smsll in volume, however, becmuse of swift currents end many
shallove between Oznachennoye and Minuvsinsk. Navigetion is best in the
section downstream from Krasnoyersgk, where the river resches a width

of more ther 2 miles and is at least 15 feet deep. The Krasnoyaregk-
Yenlseysk segment is the secticn best equipped with waterway installatlonq
and. cmrr;es the greatest volume of freight.

The main port on the Yenisey is Igerks, which is a major
center for northbound lumber shipments over the Horthern Sea Route. Lerge
ocean-going ships can go upstresm 450 miles to Igarke. Timber is handled
ashore by modern gasoline and diesel camels and is loaded by ships' gear.
The berthe at Igarka sre wooden, built only for the sesscn, and they are
invarisbly weshed zwey in the epring thav. Zi/ Other mejor Yenisey ports
are Minusinsk, Yeniseysk, Ust'-Port, Dudinks, and Krasnoyarek. Dudinkea
is & pew port, growing in importance because of the coal which is being
mined near there. It has berths for two large ships, amd four or five
ghips cen apnchor offshore end discharge into lighters. There is a small
riverscraft repair ysrd at Dudinke. 72/ Krasnoyarsk is & grain, lumber,
end coal port. It has rail connections end e boatyerd and is &lso a
pasgenger traffic center. At full water levels, the port 1ls accessible
to bosts of a 2.75%meter draft.

Lumber is the major northbound cargo in the Yenisey.
Furs and fish are glso an importent part of the northbound traffic on
the river. Passenger traffic on the river is comparatively large be-
cause of the lack of other means of travel. Building supplies and food—
stuffs meke up & major proportion of incoming products.

Tre Angars River, the mazjor tributery of the Yenisey,
risez in Lake Baikal end is about 1,200 miles in length. River depths
range from 3 Teet to 50 feet. The Angars ie important principelly be-
cause it is & feed line te Irkutsk, the great industrial center of the
Lake Baikal reglon. The major prvducts crunsoorted on the river are
coal, iron ore; grain, and lumber.

The major ports on the Angsra are Irlkutsk, Bratek, and
Bogucheny. Of these, Irkutsk is by fer the most important. The port,
an ipdustrial center, hundles grain end coal. It is on the Hovosibirsk-
Viediveostok rail line. .

The Selenga River is rzlstively short and is nsvigable
for about 450 miles from above itz sowrce into Lake Baikal. Though
eghallov {3 to 12 feet in depth), it is importent because it is a water
route for traffic between HMopngolie and the Trens-Siberien Railroad at

i
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Ulen-Ude. Although Ulan-Ude doss not renk among the largest inland water
ports in the USSR {it handled 112,000 metric tomne in 1935 73/), its con-
nection with the rail iine mskes it of great strategic value. Ulan-Ude
is an important port for grein and petroleum. The port is accessible to
shipe drawing up to 1 meter at mean veter.

13. Lens River System {Eastern {Siberia) Basin).

gast Central Siberis depends for its freight transportetion
almoet eatirely upon the Lena River agd its msjor tributaries, the Aldan,
Vitim, Olekma, and Vilyuy rivers. At the upper reaches (between Kachug and
Ust'-Kut} ‘the depth is & minimum of 15 inches, and between Ust‘-Kut and
Kirensk the limiting minimum depth is 3 feet. Below Kirensk, however, the
river is navigable to its mouth for river steamers, the shallowest section
being 4 to 6 feet between Kirensk end Vitim. Below the Vitim the depth
run from 8 to 50 feet, with an average of fraom 13 to 20 feet.

Although traffic on the Lena 1s comparatively light, the
river is of importance as a rear supply route for the Lake Baikal srea
and furnishes a connection to the Northern Sea Route. Most traffic is
cerried on the upper reeches of the river. In 1945, over 33 percent of
all inlend shipping in the Soviet Far East was concentrated in the upper
end middie courees of the Lens.

The normel snnual freight traffic on the Lena runs around
125,000 metric tomns, of which 39 percent is lumber, 24 percent grain, and -
9 percent coal mined near the Vilyuy River. The remainder is made up of
salt, sugar, mechinery, metel gocds, furs, and gold from numercus fields
in the ares. .

The major port on the Lens is Yskutsk, which is tane supply
center for the whole aree of northeestern Siberia and is being developed
extensively. It exports lumber and imports a variety of industrial pro-
ducte. Although Yakutsk handled only 107,000 metric toas of cargo in 1935,
its volume is expected to reach 1 million metric tons ennuelly. T4/ Tiksi,
sltuated near the Lena River deltz, is a major port of ithe Horthern Sea
Route end &lso acts &3 & transshipment point for cargo to and from Yakutsk.

14. Kolyms River System {Eestern {Siberia) Basin).

The Kolyma River, formed by the ¢ ufluence of.the Kulu and
Ayan-Yuryskh rivers, lies in the northeastern section of Siberia. The
river fiows in & northerly snd northeasterly direction to the East Siberisn
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Sea and is navigeble from its mouth to & distance of 1,220 miles. It is
60 feect deep in its lover course, falling to 5 feet toward its source.

The Kolyma is of mejor importence in the inland water
system of the USSR es the primery means of traneport from the gold fields
and coal mines in the Kolyma Basin. The river is the only mesns of im-
porting heavy machinery and exporting bulky ores to and from Seymchan,
and it bas played a vitel role in this expleitaticn. {An automobile high-
way from Magadan cn the Sea of Okhotsk to Seymﬂ an 1z used meinly for
winter tranaport in this erea.) .

Ambarchik, one of the main ports of the Northern Sea Route,
is located close to the delte of the Kolyma end is the tramsehipment point
for goods and supplies which travel up and down the river. The major ter-

‘minsl port at the upper end of the river is Seymchan. Other ports are
Zyryauks, Verkhne-Kolymsk, and Nizhne-Xolymsk.

15. Amur-Ussuri;Sungari River System {Eustern {Siberis} Bagin} .

The Amur River has a very important economic position in
the ‘Far Eastern USSR. It is navigable for ccean-going vessels from its
mouth up to Kheberovsk {up to 40 feet in depth), s distence of 600 miles.
It is open to vessels of T-foot draft for 600 miles further, vhere the
controlling depth ranges from 3 to 12 feet. Statistics for 1943 show
that 2.2 million metric tons were carried on the Amur, and the increasing
development of this sector has placed an even greeter load on the river. 12/
Lumber, grein, and industrial goods are the mein commodities of traffic.
Sekhelin petroleum moving over the Amur to be refined st Khabarovsk con-
stitutes sbout 10 percent of the totel treffic. Komsomol'sk is the most
important Amur port, followed by Nikolayevek and Khabarovsk, which has
large facilities for storing petroleum.

The Ussuri and Sungari rivers, tributaries of the Amur,
sre of slight value to Soviet river trensport capsbilities, despite the
fact that they are relatively long and flow northward from Menchuria.
They ere rather shellow, and their nevigebllity is generally poor.

16. V. I. Lenin Volgs-Don Ship Cenal {Socuthern Europeen Bssinj.

Despite the fact that it was recently put in cperation, the
V. I. Lenir Volga-Don Ship Canal {Volga-Don Cansl) is of such significance
to Soviet inland vater capabilities that its role must be considered in
eny study of Soviet inland water traffic. This 60-mile route, connecting
the Don with the Volga below Stalingrad, will be of the greatest economic




and atrategic importence to the USSR. It will alford a route for mediwa-
draft {about 12 feet) ships frcm the Black Sea %o the Cespien See and to
the heart of the USSR. 76/

Treffic will coneist largely of bulk cergoes such ez grain,
coal, and %imber, and, according to one technical source, timber wiil con-
- gtitute 86 percent of all traffic on ‘he Volga-Don Cansl for.the next 8

yeare. 71/

 In addition to the ports of Rostov-on.Don end Stelingrad
cn the Volga which will be beneficially affected by the operation of the
Volga-Don Canal, three other ports will serve the Volga-Don traffic..
Ust-Donets will handle cargoes of coal and pit props. Soviet sources Bay
thet new mechenisms will permit the loading of a 3,000-ton vessel in a
few hours. Tsimlysnsk, which wae to enter service in 1952, is to be a
transshipping center of timber from water to rail en route for Stavropol’
and nearby areas. The port is to be equipped with portal and floating
cranes, fork-lifts, and wood-hsuling machines. Kalach will be & port for
grain, chemicel fertilizers, and petroleun traffic traneshipped from sgpall
craft plying on the Upper Don to large Vilge barges. New wharves and
hendling equipment sre being installed. 78/

17. Danube River {Soutbern Evropean Basin) .

) The Danube River is the only river which the USSR shares
to any important degree with ancther ccuntry {the participation of
Afghenistan in traffic on the Amu Dar'ya 1s negligible, and Soviet~-Clag
operations on rdéutes such as the Dnep:-Bug Cane)l and the Sungarl River in
Menchuria are believed to be unimportunt). ' )

’ Until 19%0, vhen the USSR forced from Rumsnia the cession
of territory along the north bapk of the river, the Danube did ncot flow
through Scviet territory. Acquisition of part of the river, however, made
the USSR a Danube riperian country, & position which it hes actively ex-
pleited. v

River traffic operations sre carried cut by the Soviet
Danubisn State Steamship Compsny {Sovetskoye lunayskoye Gosudarstvennoye
Parokhodsto) . The company was organized after World Wer II to exploit
river traffic ‘witl the Setellites; it alsc engiges in ccean-going traffic. 79’
The river-borne trade moves in a small fieet of ships, mostly tugs for -
towing barge cargozs of grain. ores {bauxite),; «nd petroleum down the river
te rail tracvsshipment points, as well ss directly te Soviet ports on the
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Black See. Soviet trade on tne Danube destined for the USSR is carried
primarily in Soviet vessels, and tne Satellite fleets participate only to
a slight degree. For example, Rumanign and Hungarian tankers seldcm pro-
ceed to Saoviet ports, but instead discharge their cargoes into Soviet
tug-barge units for transport to the USSR. 80/

The only Soviet Danube ports of importance are Reni,
Izmzn;. » end Kiliya Bova. The port of Kiliya Kova is located L7 kllometers
upstream from the mouth of the Kiliya arm of the Danube, on the left
bank of the river across from the Rumanian town of Kilia Vecne. Kiliye
Nova nas e ships' landing stage in sbout 15 feet of water 81/ and has
emergency winter fecilities. The port facilities are chiefly used for
handiing grain. There is also a sm2ll shore-based Soviet Naval Command.
The port of Reni is becoming an important hub of commerce between the
Balkan Satellites and the USSR. Petroleum from Ploesti comes to Reni by
barge and is then brought to the Ukraine by railrosd. A petroleum pipeline
from Ploesti to Reni is presently reported to be under comstruction but
not yet completed. 82/ Petroleum from Ploesti is also brought by rail-
road as far as the Rumznian port of Giurgiu, where it is loaded into
barges and sent to Reni.

The Reni facilities for receiving petroleum consist of
e small pontoon dock of two 0ld barges on which there is & pump. Onc
source reports that this dock can hendle two tankers simultanecusly,
each tanker unloading in 8 hours. 83/

Port facilities at Reni consist of railroads served by
four large stationary crenes; two mcbile, tracked cranes; and two con-
veyer belte, uhich are served by tae cranes and extend from the water's
edge to the railroad tracks. Cement, machinery, and iron ore fram
Hungary, Rumenie, and Czechoslovakie are sent from Reni to the USSR.
Part of the siaore is reported to be covered with large stocks of bauxite
from Hungery awaiting transshipment to the USSR, as well as pyrites from
the USSR awaiting shipment to the Satellite countries. There is also a
large grain elevator for Rumanian wheat aweiting shipment to Czechoslovakia
in payment for Czechoslovak machinery delivered to the USSR.

Izmail is above Reni. The chief river traffic of Izmail

ig the importation of bauxite and the exportation of pyrites. Scme grain
also errives there from Rumenia and Hungary. Petrcleum traffic appears to
be elight. Bauxite and pyrites are urlorded from bszrges by mesne of cranes
into railroad cers. g/ The quay at Izmail, vhich is in the center of the
port aree; is tuilt of stone with a peved surface and is about 500 meters
long. Along the auay there are several types of cranes ranging from ninpe
electrically operated cranes which run along a track psrallel to the queay
to varicue types of mobile cranes mounted om caterpiller treads. The
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electric crgnes have & S5-ton cspenity, end one which was constructed in
the Ganz Works at Budepsst is brand new. There are avout 10 caterpiller
cranes, varying in cepacity between 1 and 1.5 metric tons, and there are
clmounted on rauler Lizaui. 0 ewilillon. wuere are 2 ILog: L Jranes wi
_the Ganz type, 1 steam-opersted and 1 motor-operated, whose capacity is
believed to be betwsen 3 and 5 metric tons. Barges tie up broedside to
the quay, sometimes two and three abreast, and the electric cranes are )
used to unloed them into the first line of railroad cars on the track ‘
nearest the quay. The mobile cranes are used for the other tracks. The
port has at least 2 service tugs of 150 to 200 horsepover used for moving -
cargo about in the port.

Iv. Significence of Inland Water Traffic to the Economy of the USSR.

The Soviet econcmy is geared to rail transport, but the vital im-
portence of water trensport in some sspects of the economy is app&rent.
Soviet inland water transport amounts to only 8 or 10 percent of total
ten-kilometer performance, in contrast tc sbout 15 percent in the US.

The Volga,Por example, carries sbout three-fourths of the load. transported
by the Ohio River and its tributsries.

Inlend water trensport of heavy freight is of critical importance
in several sirategic reglons such &5 northern Siberia, which, for all
practical purposes, depends or water transport, particulsrly river trans-
port. Freight movement in the regions adjacent to the Okhotsk See and
the Bering Sea is almost exclusively by water. Cargoes move into Siberia
from Eurcpean USSR by means of the Trans-Siberian Railroad to junctions
such as Omsk, Novosibirsk, and Krssnoyersk, vhere they are relosded co
river boets at the junctions of the railroed with the rivers moving north
or south. .

The river routes alsc make hn important and often overlooked con-
tribution %o the Soviet position in foreign trade. Grain and lumber
exports arve the chief sources of Soviet foreign exchange, and without in-
land water routes the large-scale movement of these cargoes to semocrts
for transport ebroad would be grestly handicapped.

Soviet waterwsys must sigo be evaluated on the basis of the commcdities
which they move. Although the rivers czrrv their greatest loads in timber
and minersl construction materiels which are of considerable economic value
but of little strategic inportence, thiey slzo move much oil snd grain, vhich
are ¢f great sconcudc and atrategiv importance to the USSR,
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Inleni water reutes also are importent im joist haule to relieve
raeil limes. By joint hauwling, inland weter routes relieve the reil iines
of @& large part ©f the urden ef hamling weay bulk ecargoes from their
point of origin to their ultimate destimaticn. Suck Joimt hauling is
of specis) importence in the transpert of timber, building materiale,
petreleum, grain, end ccal, vhich eccount fer by far the largest part.

- of all iplend water traffic. In eeme cases the water route ecmstitutes
o exall part of the totel distance vhich such cergoes must travel, but
in others (the petreleum treffie em the Velga, for example) the water
‘hsul comgtitutes the majer portien of the distance from origis to des-
tinatien. The extent t6 vhieh river traffic relieves rail limes of
long beuls of bvulk goods ie illustrated in Teble 8. '

Table 8
Typicel Tremsfer Pointe fer Soviet Inland Water Treffic 85/

Y pon

Destination Type of Transfer

Astrekhen’;, Volga Siveria

Area ef m@m, ’ Tranefer Point
Finber o
Upper Kenma Astrakhan®  Domets Besin  River to Rail
Stelingrad Rerth Cavcasus River te Rail
~ Beretov Transcsucasia  River to Rail
Dmepr Basin-West Dvina Gomel' Ukraine ‘Rail. to River
Tavia-Bos 'va Tavda Urals River to Rail
- Lower Irtysh Omsk Keragaods River to Rail
Upper Ob° Barasul Centrel) Asia River to Rail
Tow’ Basin Tongk Kuegmets Basin River %o Reil
! Petroleum Profucts
Paku Batumi, Odessa Duepr Basin Pipeline-Bea-River

River to Rail

Astroknen’, Batraki Kazekhater River to Reil
Astrekhan®, . o
Cherepovets Leoingred River to Rail
. _ Astrakhon ¢, Saratov Central RSFER River to Rail
Fems ("Seccnd Balm")  Ufs ‘ Central REFSR  River to Rail
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Teble 8
Typical Transfer Points for Sovict Inland Water Traffic 8/
: {Continued) v

Area of Origin Tranefer Point Destination Type of Transfer
Grain

Kazakhstan Saratov Upper Volga River to Rail
Coal

Vorkuts Kotlas Archangel Rail to River

‘Donets Basin Krasnoarreysk Upper Volga Reil to River

Imepropetrovsk - Dnepr Basin Rail to River

Another significent messure of the valne of inland water transport
is the great emphasis vhich the Soviet govermment iteelf rresently lays
on river traffic as seen from the extent of the rescoration and construction
programs, as well as fram the propsgands campaign waged for the populari-
zation of water transportation to relieve the burden on rail lines. Among
the first reconstruction projects of the USSR was the restoration of the
Baltic~White Sea Canal, whose locks had been destoyed in World War II
{their exsct status 1s not known). This section 1is ell the more signifi-
cant, since the route is important primarily for the wmovement of lunmber ;
. 1t has great strategic importance, however, as en inland route for the
movement of navel vessels. The great erphasis laid upon the Volge-Don
Canal and the furor over its "completion" (it is probably not yet in full
operation) is enother instance of Soviet efforts to expand the operation
of inland water transport.
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| SOVIET RIVER TRAFFIC: o/
PRINCIPAL CARGOES IN SELEGTED PORTS

Coordinates
" _{Degrees)
_ .‘?/ :
Port Horth East Route Treffic
Achinsk 56 Gl ~ Chulym Mangenese:
Angdyr' ¢/ 65 177  Anadyr® Lumber
Archangel c/ 6k 41  Nortbern Dvine Lumber
Astrakhen® ¢/ 46 48  Volge 0il, grain, lumber, fish
Barnanl ' 53 8l Ob* Lumber :
Batraki 53 L8  Volga Grain
Belcmorsk ¢/ - 65 34  Stalin Cenel Lumber
-Blsgoveshchensk 50 127 Amur Grain
Bryansk 53 - 3% Desnea. Fertilizer, building
materials
Dpnepropetrovek . 48 35 Doepr Cosl
Dudinka T0 86  Yenisey Lumber
Gomel 53 31 Sozh Paper, potatoes
Gor 'kiy 56 Ly  Volge Lumber
Gur'yev ¢/ L 52 - Ural 0i1
Igarks ¢/ 67 86 Yenisey Lumber
Irkutsk 52 105 Angare Plywood, mica
Kaliningrsd c/ 55 20  Pregel Pulpwood
Kazan*® 56 L9  Volge Lumber, coal, oil,
' ) ‘ : chemicals
Khebarovsk c/ kg 135 Armr Grain, lumber, oil,
cement
Kher ‘kov 50 36 Orel’ Flour, sugar, industrial
nachinery
Kherson ¢/ L7 32 Dnepr Cotton, wheat
Kiev 51 31 Dnepr Industirial mechinery,
) : lumber
Kleypeds. ¢/ 56 21 Neman Pulpwood, fertilizer
Kolomna 55 39 Oka Locomotives, rolling
stock
Komsomol'sk ¢/ 51 136 Amur Steel, lumber, industrial
s equipment
% Pootnotes follow on p.37.
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Port

Kostroma
Kotlas
Krasnoarmeysk
Krasnoyarsk
Kuybyshev
Leningrad c/
Minsk

Molotov

Molotovsk ¢/

Moscow

Fikolayev ¢/

Rikolsyevsk c/

Rordvik ¢/
Novoesibirsk

Odessa c/
Omsk _

Onega ¢/
Pavicdar

Petropavliovskoye

Petrozavodsk

Pinsk
Poti ¢/
Rige ¢/

Rostov ¢/
Saratov
Seymchen
Sheherbakov

Solikamsk
Stalingred

Coordinates
é Deg’ ees 2
l‘lorth’ East
58 hi
61 L6
51 Lé
56 93
53 50
60 30
5k 27
58 56
6k Lo
56 37
L7 32
53 14
Th 111
55 83
L7 30
55 73
6 38
52 17
55 69
62 3k
52 26
L2 h}
57 2k
b7 40
52 46
63 153
58 . 3¢
60 57
kg il

A Route.)i/

Volga

Northern Dvins
Volga

Yenisey

Volga

Neva

Svisloch’

Kema

Northern Dvinsa
Moskva

Southern Bug

Amr

Khatanga
Ob!

Dnestr

Irtysh
Onegsa
Irtysh
Ighim

Lagke Onega

Pripet
Rion
Western Dvina

Don

Velge

Kolyma
Volga
Kama

- Volge

Treffic

Textiles, lumber, grain

Lumber

Coal, oil )

Lumtber , pulpwood

Lumber, grain

Lumber, pulpwood
Machinery tools, tex-
tiles

Fertilizer, chemicsals,
lumber

Lumber, pulpwood
Industrial equipment,
oil, grain

Crein, cotton, sugar,
iron, ore

Grain, oil

Lumber

Machinery, textiles,
flour :

Grein, lumber, oil,
cement v

Lumber, coal

Lumber

Cozl

Flour, meat, leather
Cement, industrial
machinery

Lumber, paper, fish
Manganese, lumber, grain
Lumber, grein, machinery,
paper

Industriel machinery,
grein :
011, grain, textilaes,
machinery

Geold mine equipment
Machinery, lumber
Potesh salts, cosl
0il, grein, mechinery .




Ccordinates

gnegreeSQ”

Port, Rorth East Route B/ ’ Treffic
Stalinsk -5k 87 Tom ¢ Steel, ferrous ores
Syzran' 53 48 Volga 0il, lumber, leather
Tavde 58 65 Tavds Lumber
Tobol 'sk 58 68 ~ Tobol Lumber, furs
Tonsk - 56 85  Tom® Grain, lumber

" Ust'-Kut 57 106  Lena Grain: '
Vil 'nyus 55 25 Viliye Paper, sgricultural equip-
: ment, fertilizer
Vitebsk 55 30 Western Dvine Textiles, lumber
Viedimirovke - 48 TS Volge Salt
Yakutsk 62 130 Lena Lumber, agricultural pro-
. ducts
Yaroslavl' 58 39 © Volga Lumber, trucks, buses
Zhlcbin 53 30 Dnepr Lunmber

&. This list is not intended to comprise =211 ports and &ll categories
of traffic. Porte sre selected on the besis of their size, location,
nature of traffic, and other factors. Cargo deta are illustrative of im-
portant commodities handled in port.

b. In some instances the route shown is an effluent of & main systenm.

¢. Also scceesible to other water routes.




AFPPENDIX B

METHODOLOZY

The intelligence processes involved in the prepsration of this report
ere threefold:

1. Compsrison for inconsistencies.
2. Camarison with spparently unrelated datea.
3. Compariscon with US experience.

The Pirst of these involved simply the collation of & large body of
reports on the same topic. Those that eppeared the most often in the
most relisble scurces were generally chosen.

The second process wes samevhat more difficult and occesionally called
into play & knovledge of factors other thern trensportation. For example,
in the preparation of the estimated sections of volume data, it was
necessary to inquire into the reasonsbleness of estimating incressing
traffic in given years in the face of other confirmed reports of sharp
declines in general economic activity. A prime exsmple is the forecast
in the report that petroleum traffic will increese along the Kame River,
made on the basis of confirmed reports of great activity in the Bashkir
fields in thet region.

\

The third process -- comparing Soviet performesnce statements with
known US performance -- avoided several instances where spparently re-
liable Soviet data from technical journels simply did not stend up when
Judged by US expsrience.

= - y




AFFERDIX C

GAPS IN INTELLICENCE

Taere are seversl sericus geps in intelligence on the nature and
volume of Soviet inland water traffic. In the order in which the topics
are discuseed in this report, there are seriocus gaps in availeble in-
formation on the size of the Soviet inland water fleet, its distributiea,
and the capacity of fleets and ports. Soviet socurces report fleet
statistics only in terms of horsepower and tonnage capacity, omitting
reference to the actual number of vessels. Although estimates have been
prepared on the number of vessels in the fleet, such estimates are
necegsarily based upon eatimates drawn from Soviet date and are open to
questicn. Initelligence as to the distributicn of the fleet has the same
weckness as that for the over-all gize of the fleet. It is impossible
to ellocate the actual capacity of the fleet by basin on the basis of
horsepover and tonnage. It is necessery to have data on tug speeds and
vesgel sizes by categories before thet cen be done. The greatest gaps
exist in intelligence on port capacities. In contrast to fairly good
date on the most important seaports, 86/ there are few reliable data
evallable on the cargo cepacity of Soviet inland ports.

There are other important gspe, but they are rendered less signifi-
cant by the possession of apparently relisble knowledge ebout various
agpects of these gaps. For example, precice data are not aveilable from
Soviet sources on the volume of traffic, but reascnsbly edequate statisti-
cal series have been prepared using epparently reliable Soviet figures
as base points and check points.

Intelligence on the nature of traffic is adequate for over-all pur-
poses but weak with regard to information on the mature of cargoes out-
side the broad cstegories of bulk goods such as lumber, grein, and ores.
Detailed information on the extent to which inland water routes are used
for the transport of high-value, lov-welght cargoes on their origin and
on their destination would be a useful indiecator of the value of inland
wvater for the transport of other than bulk eargozs.

In contrest to the excellent dete availeble on the capscity of Soviet
ccean ports, there is little organized information on the cargo capacities
of the inland ports, and there is iittle opportunity for surveillance,
since there is little or no foreign-flag traffic on Soviet inland weter-
ways. Security restrictions are severe in the river ports and are
especially 5o around the cargo-handling instsllations in those areas. The




mogt useful deta svaileble on Soviet inlernd port capacities are those
based upen Soviet statements or statisties an the volume of treffic
handled in ecertsin poris. Alithovugh such date sre clearly insdequate as
measures of capecity, sinece they are measures of actual cargo-handling,
they do furnish minimum date on potential capacity.




~ APPENDIX D

..\.

SOURCES AND EVALUATION OF SOURCES

1. Evaluation of Sources.

Intelligence on virtually 81l aspects of Soviet inland water trans-
port is almost entirely derived from published Soviet sources. This
fact at once places all such intelligence in a suspect category, since
officiael Soviet trensport data have been proved on many occasions to be
of questionzble accuracy. Certain gradstions as to the accuracy of Soviet
published data, however, can probably be mede with reasonsble assurance.
Technical or statisticel data of obvious economic or military intelligence
velue are generally omitted from publicetions or are obscured in presenta-
tion by reference to some unstated norms or percentages of Plan fulfiliment
where Plan figures are not given. (The annual statements of Plan achieve-
ment are excellent instances of such techniques.) :

In some cases, data are published in spparently relisble sources such
as technical journals and trade publications which can be proved to be
completely or almost certainly false. Ome excellent instance of this
technique was found in the preparation of this report.” An article in
Rechnoy Transport (River Transport), a technical journel, discussing the
reletive economy of river transport versus trensport by rail and pipeline,
contained some apparently accurate informetion on the subject. Analysis of
the figures, however, proved beyond question that the general conclusions
reached (favorsble to water transport) were not supported by the pertial
date given.

The State Department's publication Soviet Rehabilitation Policies and
Practices in Liberated Areas of the USSR contains en excelient survey of
Soviet policies toward fleet restoration during the var and immediately
thereafter.

 Information of a genersl descriptive pature, however, is believed to be
highly religble. Examples of such data are newspaper reports on the nature
of traffic, opening of new navigation routes,; noteworthy performance of shi
crews, and other such factual data which do not in themselves reveal any
significant intelligence.




2. Sources.

Evalugtions, following the clessification entry and designated "Eval.,”
have the follcewing significesnce:s

Source of Information Information
A -« Completely reliable 1 - Confirmed by other sources
B - Usually reliable 2 - Probably true.
C - Fairly relisble 3 -~ Posaibly true
D - Not usually reliable "4 - Doubtful
E - Not reliable 5 - Probably fslse
F - Cannot be Jjudged 6 - Cannot be Judged

Evaluations not ctherwise designsted ere those appearing on the cited
document; those designated "RR" are by the suthor of thie report. No "RR"
evaluation is given when the suthor sgrees with the evaluation ¢f the cited
document.

1. NIS 26, Sectiom 33, Fig. 33-1, Jun 1951. C. Eval. RR 2.

2. ¥ratkiy statisticheskiy spravochnik po zheleznodorozhnomu, rechnomu
1 morskomu transportu, 1927, p. 118. R. Eval. RR 2. A

3. FDB 30310L, River Transportetion in {he USSR, Part 1, South Manchurien
Reilway Compeny, Tokyo, 1943. U. Eval. RR 2.

L. CIA" O0-W{-+#-"%) USSR Trensportation Economy, @ Germen intelligence
study of Boviet trangport made by Vereinigte Stahlwerke
Aktiengesellschaft {United Steelworks Corp.), 1gkl. C. Eval. RR 2.

5. Sotsialistices'koye stroitel’stvo, SSSR, 1933-38, pp. 107-108. R.
Eval. RR 2.

6. Rechnoy Transport, Ho. 5, May 1935, p- 6. R. Eval. RR 2.

7. Khachatvrov Osnovy, p. 300. U. Evael. RR 2.

8. Vodnyy Trensport, No. 9, 19%0, p. 3. U. Eval. RR 2.

9. Sotsialistices'koye stroiiel ‘stvo SSSR, No. 8, 1939, p- 167. U.ival. RR 2-

0. T. V. Kochetov, Zholeznodorozhnays statistika, 1948 edition. U
Evel. RR 2. ' :

11. GCreat Soviet Encyclopedis, USSR, p.- 95. R. Eval. RR 2.

12. Derived frcm 1900 cctimetes and etatements on river traffic in 1940

and 1942, cited in ¥. A. Voznesenskiy, The War Economy of the USSR
in the Period of the Pstriotic War, Moscow, 1947. U. Eval. RR 2.
13. Rechnoy Transport, p. 20, {194G:). U. Eval. RR 2. _
14. CIA, ORR, S/IR cstimate from /TR Soviet rail data and average ienghh

of hsul reported for river trangport iu 166 g cited in CILA-00-W - \)
—
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15.
16.
17-
18.
19.
20.
21,
22.
23.
24,

25.

Y.I. Koldomasov, Fundamentals of the Planning of Hauling on
Railroed Transport, Moscow, 1949, pp. 24-30. C. Eval. RR 2.
CIA, ORR estimate on basis of Plan report by Gosplan, quoted in
Gudok, 18 Jan 1948. R. Eval. RR 2.
WIS 26, Section 33, Fig. 33-1, Jun 1951. C. Evel. RR 2, »
CIA, OQ-W<* ™ op. cit., pp. 24-30. -
Gudok, 17 s LySl p. 2. Statement by Minisbry of River Fleet that
1950 traffic exceeded that of 1940 by 25 percent. Eval. RR 2.
Izvestiya, 20 Mar 1952. Statement that freight hsuling increased
30 percent in 1951 over 1950. R.” Eval. RR 2.
State, Moscow, Cable No. 1273, 31 Jan 1952.
American Embassy estimete based on Soviet officisl release data.
S. Eval. RR 2.
Rechnoy Trensport, No. l, Jan 1952. R. Eval. RR 2.
NIS 26, Section 33, Fig. 33~21, Jun 1951. C. Eval. RR 2.
/ Genere) Survey Minfel £ T 7 , sy 94l

FURTPIRPEE LV QP

Voprosy ekonomiki zheleznodorozhnogo transporte, Moscow, 19:8. R.
Eval. RR 3.

Navy, NA, Moscow, USSR River Transport in the New Stalin Five Yeer
Plan, Chief of the Ministry of tihe River Fleet, Moscow, O May 1946,
CIA 211953. R. Eval. RR 2.

Soviet Rehabilitzstion Pclicies and Practices in Liberated Areas of
the USSR, State, 14 Oct 1946. "U. Eval. RR 2.

NIS 20, Section 33, Jun 1951, p. 79 ff. C. Eval. RR 1.

Ibld. Eval. RR 2.

USSR River Transport in the New Stalin Five Year Plan, op. cit.

Tvid. .
Rechnoy Transport, 17 Jul 1951, cited in CIA oo-w]@} C. Eval. RR 1.
Toid. Eval. ER 2. -

Rechnoy Transport, 8.Jun 1951, c1ted in CIA OOJIi C. Eval. RR 2.
Rechnoy Transport 30 Mar 1951 cited in CIA OO-W C. Eval. RR 2.
F

nis 26, Section 33, Jun 1951, p. 19. C. Eval. RR 2.

NIS 26, Section 33, Jun 1951, Fig. 33-1. C. Eval. RR 2.

FBIS, Mescow, 4 Dec 1951, V.M. Ptashnikov, Deputy Minister of the
River Fleet, 2 Dec 1951. R. Eval. RR 3.

JIbid.

Ibld N
Rechnoy Transport, 17 Jul 1951, cited in CIA OO—J{:WVQK: C. Bval. RR 1. .
Ibid. —_—
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47. IXzvestiya, 20 Mar 1952. R. Eval. RR 2.

LE. tate, Moscow, Ceble-No. 1273; op. cit. ,

49. Rechnoy Trensport, No. 1, Jan 1952. C. Eval. RR 3.

50. °

51. NIS 26, Section 33, Jun 1951. C. Evel. RR 2.

52. ONI 52~50, USSR and Satel_lites, Inland Waterwsys, 6 Ju.]. 1950.

C. Eval. RR 2.

53. Ibid.

5k, Tbid. _

55. Fourth Five Yeaxr Plan. S. Eval. RR 2.

5h, NIS 26, Section 33, Fig. 33-6, Jun 1951. C. Eval. RR 2.

57. Xbid.

58. Ibid.

59. Ibid.

60. Tbid.

61. Fourth Five Year Plen. S. Eval. RR 2.

62. Ibid.

63. Toid.

64. Pravde Ukrainy, 24 Feb 1952. R. Eval. RR 2, .

65. NIS 26, Section 33, Fig. 33-6, Jun 1951. C. Eval. RR 2.

©6. FBIS, Economic Abstracts, 23 Jan 1952. C. Eval. RR 2.

67. Pravde Vostoka, Tashkent, 26 May 1951. R. Eval. RR 1.
R
]I

68. Pravda Vostoka, Tashkent, 23 Apr 1951. Eval. RR 2.
69. JT [ cit p 121 ¢ F O

70. " H1S 2o, Section 33, Fig. 53-U, Jun 1951. C. Eval. RR 1.
7i. CIA SO, 18 May 1951. S, U (T® LY, Evel. RR 2.
72. Ibid:

73. NIS 26, Section 33, Fig. 33-6, Jun 1951. C. Eval. RR 2.
4. Ibid.

75. ORI 52-50, op. cit.

76. Ibid.

77. Rechnoy Transport, Moscow, Mer-Apr 1952, cited in JIB Summary of
Soviet Periodicals No. 87, 16 Jun 1952. S. Eval. RR 3.

78. Ibid. Evel. RR 2. 4

79. CIA S0, 30 Jun 1952. S. Eval. RR 1.

0. CIA SO, 21 May 1952. 8, - o . Eval. RR 1.

81, CIA 688478, USFA, 8 Aug 1yol. C. Eval. RR 1.

82. CIA 658095, USFA, 16 May 1951. S. Eval. RR 2.

83. Ivid. Eval. RR 1.

Eh. CIA 698425, USFA, 17 Sep 1951, C. Eval. RR 1.

85. Fourth Five Year Plan. S. Eval. RR 2. :

86. CIYA/KR.17, The Volume and Character of Soviet-Flag Ocean Traffic
@ Dec 1952. S. .
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